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EQUILIBRUM STATES FOR A CLASS 
OF DUAL-SPIN SPACECRAFT* 

by 
Thomas W. Flatley 

Goddard Space Flight Center 

CHAPTER 1 

INTRODUCTION 

Since the dramatic and unexpected attitude instability experienced by the first United States 
artificial satellite (Reference l) ,  now a textbook example (Reference 2) of the possible effects of en- 
ergy dissipation on “torque-free rigid body” motion, a design rule of thumb for gyroscopically stabi- 
lized spacecraft has been that such a body must spin about its maximum moment of inertia axis. 
Recently, however, a control concept that promises to  relieve this increasingly burdensome constraint, 
while keeping much of the basic simplicity of the simple spinners, has emerged. I t  is known as dual- 
spin stabilization and in its simplest form features a rotor mounted on the nominal spin axis of the 
spacecraft and some type of passive damper. 

The basic idea had its beginning in the largely intuitive work of Vernon Landon in 1962. Unfor- 
tunately, his early claims were greeted with great skepticism, and his first attempt to  publish his results 
was rejected. The dual-spin principle reached the open literature in 1963 (Reference 3) and 1964 
(Reference 4) and has been the subject of intensive research and frequent publication over the second 
half of the 1960’s. In fact, a symposium (Reference 5) held in El Segundo, California, in 1967 was 
devoted entirely to this subject. 

Understandably, published analyses have focused almost exclusively on the stability of pure rota- 
tions about the nominal spin axis. A variety of approaches to  this problem are found in the literature, 
most of which involve linearization of equations of motion (derived either heuristically or exactly for 
specific systems) and analysis by informal averaging, “energy sink” approaches, and the more rigorous 
Routhian, Floquet, and Lyapunov methods. In some of these papers, one of the bodies is assumed to 
be completely despun. 

*This report was submitted as a thesis in partial fulfillment of the requirements for the degree of Doctor of Philosophy in Aerospace 
Engineering, The Catholic University of America, May 1970. 
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However, the nature of dual-spin instabilities has been largely ignored in the literature. The sub- 
ject has been mentioned, notably by Fang (References 6 and 7) and Cloutier (References 8 and 9), but 
mostly in connnection with possible small system principal-axis shifts and equilibrium states involving 
damper masses displaced from their nominal positions. Cloutier (Reference 10) also discusses possible 
instabilities in the motion of a specific type of damper whose behavior is governed by Mathieu-type 
equations. 

A general analysis of dual-spin instabilities is not available, however. The research reported here 
addresses this problem by analyzing the detailed nonlinear equations of motion for a particular but 
fairly general dual-spin system by a perturbation analysis in which only the damper masses are assumed 
small and which involves variations in a general precessional motion of the system with an arbitrarily 
large cone angle. 

Among the various papers listed as references at  the end of this report, the work of Mingori (Ref- 
erence 11) is particularly pertinent to  the research reported here. The particular system chosen for 
detailed analysis is basically that studied in his paper, the notation used is similar to  his, and the results 
obtained are frequently compared to those presented in the referenced publication. 

The basic objective of this work is to  develop a better understanding of the physical principles 
involved in dual-spin stabilization by seeking equilibrium states for a dual-spin system (analogous to  
the “flat-spin’’ or “tumble” condition for single-spin bodies) which represent final states for unstable 
dual-spin configurations. 

Terminology can sometimes be a problem in applied mechanics, particularly in the area of rota- 
tional dynamics. Imprecisely or inconsistently defined terms and colloquial expressions can often be 
confusing. A brief review of the general motion of a torque-free symmetric rigid body will serve to  
define the various terms as they are used herein. 

In Figure 1.1, the 3-axis is the axis of symmetry for the cylindrical body shown and will be re- 
ferred to  as the nominal spin axis. That component of the angular velocity vector parallel to this axis 
will be called the spin rate; terms such as spin component and spin rnornent of inertia will refer to  the 
nominal spin axis. The word transverse will imply a direction normal to  the nominal spin axis (e.g., 
transverse angular velocity, transverse moment of inertia, and so forth). 

The angle 8 between the inertially fixed angular momentum vector H and the nominal spin axis is 
the nutation angle, or cone angle. In the strict sense, nutation involves variations in this angle; but, in 
accordance with popular usage and for lack of a better word, the rate at which the transverse angular 
velocity vector rotates in a body-fixed coordinate system will be referred to as the nutation rate. 

The motion of the nominal spin axis around the angular momentum vector is precession, and the 
corresponding rate is the precession rate. One source of confusion is the fact that this phenomenon is 
observable only when there is a nutation angle, i.e., if the angular momentum vector and the nominal 
spin axis are not coincident. In this case, the motion is popularly referred to by various authors as 
precession, nutation, coning, or wobble. 
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H For a symmetric body, the total angular ve- 
3 locity vector and the nominal spin axis are CO- 

MOMENTUM planar with the angular momentum vector and 
VECTOR rotate about it at the precession rate. 

With a rigid body, all of the above-mentioned 
quantities are constants of the motion. I t  is now 
well known, however, that inevitable energy dissi- 
pation in real systems (i.e., quasi-rigid bodies) can 
drastically change the characteristics of the mo- 
tion. The effect is critically dependent on the 
moment-of-inertia ratio q = CIA, where C and A 
are the spin and transverse moments of inertia, 
respectively. For q > 1, any coning is damped 
out, and an eventual pure rotation about the nom- 
inal spin axis is attained. With q < 1, the nutation 
angle increases with time toward a stable equilib- 
rium value of 90°, reaching what is commonly 

called a $!ut spin or tumble. In any case, the final state is a minimum-energy state for the system con- 
sistent with the amount of angular momentum present. 

VECTOR 

OF MASS 

Figure 1.1-Symmetric rigid body. 
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CHAPTER 2 

SYSTEM DEFINITION AND EQUATIONS OF MOTION 

The particular dual-spin system to be analyzed consists of two primary bodies with a common 
axis of rotation and a motor that maintains an arbitrary but constant relative spin rate (5. For conven- 
ience, these bodies will be referred t o  herein as a spacecraft and a wheel, although the relative size, 
weight, and moments of inertia of the two parts are unrestricted. Each is basically symmetric with 
respect to its common axis, which will be called the nominal spin axis. Schematically, they will be 
represented as bodies of revolution (Figure 2.1). The spacecraft has a mass M ,  a spin moment of iner- 
tia I,, and a transverse moment of inertia I,. Corresponding properties of the wheel are M ’ ,  I ; ,  and I;. 
The centers of mass of the two bodies are a fixed distance I apart. 

Attached to  each of the primary bodies is a spring-mass-dashpot damper with a single degree of 
freedom parallel to  the nominal spin axis. The spacecraft damper is at a distance a from the spin axis 
in a plane containing the center of mass. It has a total mass mb, an active mass m, a spring constant k ,  
a damping coefficient c ,  and a displacement coordinate z .  The wheel damper is similarly specified by 
the constants a‘, m;, m’, IC’, and c‘ and a displacement coordinate z’. 

NOMINAL , 

SPACECRAFT 

v 
Figure 2.1 -Dual-spin system. 

T o  provide static and dynamic balance of the system 
when the active masses of the dampers are at rest (i.e., 
z = z‘ = 0), six balance weights, three each of masses mb and 
m;, are added as shown in Figure 2.2. This figure also shows 
a set of transverse principal axes for each of the bodies, arbi- 
trarily chosen such that the I- and ?-axes pass through the 
dampers. 

Figure 2.3 shows a complete description of the system 
to be analyzed. 

The equations of motion for this system are presented, 
without derivation, by Mingori in Reference 1 1. They are 
rederived in Appendix I and agree in every detail with those 
in the literature. They form a seventh-order, nonlinear, 
nonautonomous set, inconveniently coupled even in the 
highest derivatives. 

In essence, the first three equations (2.1 through 2.3) 
govern the basic attitude behavior of the system and are 
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2 

mb 

Figure 2.2-Balance weights and transverse principal axes. 

analogous to  the classical Euler equations of motion for a rigid body. Equations 2.4 and 2.5 are 
second-order equations which primarily determine the motion of the active masses of the dampers. 

In spite of the complex nature of the system of equations, we are assured a priori of the existence 
of a first integral of the motion corresponding to  the total angular momentum. In principle, this fact 
could be used to  reduce the order of the system by one, but of more interest here is the fact that the 
lack of external torques guarantees that the total angular momentum vector will be a constant of the 
motion. We will take advantage of both the constant magnitude of this vector and the inertially fixed 
reference direction i t  provides. 
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'1 
1 1 

3.3' 

I WHEEL CENTER 
WHEEL 

DAMPER 
OF MASS 

1' I SPACECRAFT 

SPACECRAFT I 
+I+ DAMPER 

0 L  

/ 

CENTER 
OF MASS 

\ 

mb 

.2' 

DAMPER PROPERTIES 

Property Spacecraft Wheel 

mb mb Total Mass 

Active Mass / r i  (?l' 

Spring Constant k k '  

Damping Coefficient C C' 

Displacement Coordinate z z' 

WHEEL 
WEIGHT 

Spacecraft Mass = M 

TYPICAL SPACECRAFT 
BALANCE WEIGHT 

mb 
-~ 

MOMENTS OF INERTIA 

Body Spin Transverse - - 
Spacecraft l 3  11 

Wheel 1 3  1 ;  

TYPICAL DAMPER 
SCHEMATIC 

Figure 2.3-Definition o f  specific dual-spin system. 

[ A  + M , c ~  + mz2 - 2m({ + z2)z + m'zl2 - 2m'(r - ~ ~ ) z ' ] c j ~  - mra'zr sin $ c j 3  - ma2 - m'a' cos $ 2' 

= (C -A)W1W3 +J;awl - 2M,Ciu2 -M,t2U1w3 + 2m({ + Z2)(iw2 +zw1w3) 

+ mz(2iw2 - 220, - zo1w3) + mazcw; - 0;) + 2"({ - Z1)(z'01w3 + i 'w2)  

+ m ' z r ( 2 i w 2  - 2i'w2 - z ' 0 1 0 3 )  + m'z'[(w3 + a)2 - w;]a' cos$ - mrarsin$ z'w1w2 , (2.2) 
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- (maz + m‘a‘z’ cos $)hl - m’a’ sin $ z ’ h 2  + Ch3 

= ma(2iol - z W ~ W ~ )  + m’a’ sin$(2i’w2 + z‘wlw3) + m’a’ cos $(2i‘w1 - z’02w3) , (2.3) 

-macj2 + m( 1 - p).? - m’p?’ = -mawlw3 + m ( o t  + wg)[z(l - p )  - l2 - p’z’] - ci - kz , 

m‘a’ sin $ hl - m‘a’ cos $ h2 - mp’? + m’( 1 - p’)?’ 

(2.4) 
and 

= - m’a’[sin $ w2(w3 + 20) + cos $ ~ 1 ( ~ 3  + 20)]  

+ wi)[z ’ (  1 - p’ )  + I ,  - p z ]  - c‘i’ - k‘z‘ . + (2.5) 

These equations are written in terms of the following useful combinations of constants and vari- 
ables in order to  reduce the number of terms: 

M,=M+M’+4mb+4mL, 

m 
p = - ,  

M T  

( = p z  + p’z’ 

I(M + 4mb) 
I, = 

M T  
9 

1(M’ + 4mL) 
I ,  = 

MT 
7 

The constant M, is the total mass of the system, A is the combined transverse moment of inertia 
of the system about the center of mass with the damper masses a t  rest, and Cis  the combined spin 
moment of inertia, which includes J ;  (the spin moment of inertia of the wheel, its damper, and its 
balance weights). 
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CHAPTER 3 

PERTURBATION ANALYSIS, PART I: 

UNPERTURBED MOTION OF THE SYSTEM 
AND FIRST-ORDER DAMPER MOTION 

An approximate solution of the equations of motion will be carried out with the assumption that 
the effects of the dampers are a small perturbation on the general “rigid body” motion of the system. 
The “zeroth-order” equations (which represent the unperturbed state, or the reference motion, of the 
system) are easily obtained if the masses m and m‘ are allowed to  vanish in Equations 2.1, 2.2, and 2.3. 
The resulting set of equations is as follows: 

A b ,  + (C - A)w2w3 + J;0w2 = 0 , (3.1) 

and 
A b 2  - ( C -  A)w1w3 - J ; 0 o l  = 0 ,  

c w 3 = o .  

Equation 3.3 has the obvious solution w3 = constant, and we will label that constant a. Substi- 
tuting this solution into Equations 3.1 and 3.2 reduces them to a pair of constant-coefficient linear 
equations with an elementary solution: 

and 
b1 + ha2 = 0 

b2 - X U l  = 0 ,  

where 
A A = ( C - A ) f l + + J ; o .  

Thus, w ,  and w2 are sinusoidal functions with a constant amplitude w and frequency h. Without 
loss of generality, we can select a reference time when o2 = 0 and write these solutions as 

and 
w,  = 0 cos ht 

w2 = w sin A t ,  

where w is the amplitude of w1 at t = 0. 
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A. Characteristics of Reference Motion 

The equations above show that the unperturbed motion of the dual-spin system being studied is 
very similar to the general precessional motion of the torque-free, symmetric, rigid body in classical 
mechanics. Figure 3.1 is a representation of the behavior of the angular velocity vector in the spacecraft- 
fixed coordinate system. 

The 3-component (or the spacecraft spin rate) is constant with a magnitude of a, and the trans- 
verse component is of fixed magnitude w but rotates around the 3-axis (or nominal spin axis) at a 
rate A. 

Figure 3.2 shows the motion of the angular momentum vector in the same reference frame, the 
spin and transverse components of angular momentum, and the cone angle 6. 

The quantities w ,  a, X, H ,  and 6 are constants of the unperturbed motion of the system. The 
actual motion of the nominal spin axis (Figure 3.3) is a steady precession on a cone of half-angle 6 
around a fixed angular momentum vector. This would be the motion seen by an outside observer, and 
the precession rate is given by I), = H / A ,  obviously another constant of the motion. 

Qualitatively, this motion is exactly that of the classical, torque-free, symmetric, rigid body, but 
there are quantitative differences due to the presence of the wheel. The nutation rate h and precession 
rate 4, are given by 

and 

3 

2 

3 

Figure 3.1-Angular velocity vector in Figure 3.2-Angular momentum vector in 
body coordinates. body coordinates. 

t 6, 

Figure 3.3-Actual motion of 
nominal spin axis. 
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When u = 0, the system is reduced to exactly the classical rigid body with the familiar expressions 

A=(?- 1 ) a  

and 
&,=-----=-a cn c for 8 4 1  

A case A 

B. First-Order Damper Motion 

T o  find a first approximation for the motion of the active masses in the two dampers, we turn to 
Equations 2.4 and 2.5, retain all terms linear in the damper masses m and m’, and substitute the 
zeroth-order angular velocities determined above. The resulting equations are 

Equations 3.4 and 3.5 are similar in form and are simply representations of classical forced, 
damped, harmonic oscillations. Their steady-state solutions can be written as 

and 
z = C,  + C2 siiiht + C,  cosht 

z’ = C4 + C, sin (u - h)t + C, cos (u - h)t , 

where the constants Ci can easily be shown to be 

11 



C I  

m a',w(a - h)(h - a - 20) 
-. - - cs = 

m m' 
and 

Thus far, we have determined the unperturbed motion of the dual-spin system and, in effect, have 
assumed that this basic motion drives the two dampers. Having found the steady-state response of the 
damper masses to the precessional excitation, we now seek the effect of their oscillatory motions on 
the attitude motion of the system. 
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CHAPTER 4 

PERTURBATION ANALYSIS, PART II: 

ATTITUDE DISTURBANCE AND 
STAB1 LlTY CONSIDERATIONS 

Since the physical system under consideration is free of external torques, the total angular m e  
mentum vector will be a constant of the motion. The magnitude of this vector, H = IHI, will be a first 
integral of the exact equations of motion The fixed direction of the angular momentum vector pro- 
vides a useful inertial reference line, and in consideration of the attitude behavior of the system, it is 
convenient to concentrate attention on the motion of the nominal spin axis relative to  this fixed line. 

The cone angle 0 < 8 < 7r between the angular momentum vector and the nominal spin axis is a 
key parameter relative to  the stability of possible motions. Knowledge of its behavior as a function of 
time is the usual objective in stability analyses for spin-stabilized spacecraft. 

Now, if the constant angular momentum vector is decomposed into components perpendicular 
and parallel to the nominal spin axis (the 3-axis in Figure 4. l) ,  the magnitude of the latter vector will 
obviously be 

H ,  = H cos8 . (4.1) 

For the system under consideration, however, this component of the angular momentum can also 
be shown t o  be 

H ,  = Cw, + J;o - mazwl - rn’a‘z’(ol cos$ + w2 sin$) . (4.2) 

Thus, 
H cos 8 = Cw, + J ;o  - mazwl - m‘a‘z’(wl cos $ + w2 sin $) . 

Differentiating both sides of this equation with respect t o  time and eliminating Cj3 by use of 
Equation 2.3 yields an exact relationship: 

-H  sin 8 = ma(iwl - zo2w3)  + m’a’z’(o, + a)(wl sin $ - w2 cos $) 

+ m’a’i‘(wl cos$ + w2 sin$) . (4.3) 
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Equation 4.3 represents an exact equation of motion for the system 
cone angle 8. The right side of this equation contains the small parameters 
m and m‘. If m = m‘ = 0, the cone angle is a constant of the motion (as 
seen also in Chapter 3). 

T o  determine the first-order perturbation of the cone angle, we sub- 
stitute the approximate expressions for the body rates and the damper 
motions found in Chapter 3, repeated here for convenience: 

w1 = w cosht , 

w2 = w sinht , 

V 
Figure 4.1 -Decomposition of 
angular momentum vector. and 

w 3 = s 2 ,  

z = C, + C, sin ht  + C, cos ht , 

z ’=C4+C5 s in (o -h ) t+C6  cos (o -h ) t .  

Substituting first for the body rates, assuming, without loss of generality, that $(O) = 0 we obtain 

-H sin 8 8 = maw(i cos At - zSt sin At) + m’a‘w[z’(St + a) sin (a - h)t + i’ cos (a - h)t]  . (4.4) 

Now, substituting for z and z’ would produce sin, cos, sin2, and cos2 terms with arguments ht  and 
(u - h)t. Through use of trigonometric identities, the squared terms may be eliminated, and the result- 
ing equation would contain only constants and sinusoidal oscillatory terms. In the spirit of the method 
of averaging (Reference 12), then, the systematic change of 8 is considered to be controlled by the 
constant terms, with the periodic terms contributing only small oscillations of 8 about some average 
value. 

With only the constant terms retained, the secular behavior of the cone angle is found to  be gov- 
emed by the equation 

(4.5) 
c2 cs - H sin 8 0 = mao(h - St) - + m’a‘w(2o - h + St)- . 
2 2 

Substituting the calculated values of C, and Cs from Chapter 3 and approximating the transverse 
momentum H sin 8 by the transverse angular momentum of the unperturbed motion Aw yields 
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Now, each term within the brackets above is either a fixed constant or a constant of the wiper- 
turbed motion of the system. These latter constants can be expressed explicitly in terms of the cone 
angle 8 as follows: 

H sin 8 o=- 
A ’  

and 

Equation 4.6 is thus of the form e = f ( @ ,  and for a first-order differential equation such as this, 
questions of stability are almost trivial. Equilibrium will obviously be possible whenever f ( 0 )  = 0, and 
the stability of any equilibrium point depends on the value of a derivative of f ( O ) ,  usually the first, at 
that point. Figure 4.2 shows this in graphical form. 

The labels U,  AI ,  and S identify points of unstable, metastable, and stable equilibrium, respec- 
tively; the arrows show the direction of motion along the phase plane trajectory. Stable equilibrium at 
0 = 0,  is seen to require f (6 , )  = 0 and f‘(0,)  < 0. 

Equation 4.6 is rather remarkable in that it represents a single first-order differential equation 
that determines the overall attitude behavior of a seventh-order, nonlinear, nonautonomous system 
with arbitrary initial conditions. Plotting the function f ( 0 )  for any particular dual-spin configuration 
would immediately reveal the stability characteristics of the system, indicate “zones of attraction” for 
particular stable equilibrium points, and show the “time constant” associated with cone-angle buildup 
or decay near equiiibrium states. 

The time constant T is given by the inverse of the slope of f ( 0 )  at the equilibrium point, as shown 
below: 

With 

e = f ( e )  

Figure 4.2-Equilibrium and stability if f ( 0 )  = 0. 
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and 

let 
f(8,) = 0 Y 

e = e , + x .  
Then, 

and 

so 

Thus, 

dx - = f'(8,) dt , 
X 

and the solution can be written as 

x = x(O)ef'@O)f. 

Since such exponential behavior is conventionally written as 

x = x(0)ef/7 , 
we have 

It is convenient to let 6 = F sin 0, where 

In this problem, 0 < 8 < T.  Equilibrium always exists at 0" and 180" and possibly exists at inter- 
mediate angles if Fvanishes. It follows that the dual-spin system is stable- 

(1) at 8 = 0" if F ( 0 )  < 0. 

(2) at 8 = 180" if F(n)  > 0. 

(3) at 8 = Bo if F(8,) = 0 and F'(8,) < 0. 

An immediate example will clarify these concepts. Consider the special case where there is a 
damper on the spacecraft only. Then, 

16 
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and since only the sign of F is significant, the positive constants, the term (X - 
and the entire denominator can be factored out. Thus, F 0: -A, so that e 0: -1 sin 8. 

in the numerator, 

Now, 

Hence, X(8) is a biased cosine function. In the special case of CJ = 0 (i.e., no relative motion of the 
wheel) and C > A,  the function &e) would be of the form shown by the solid line in Figure 4.3. 

Note the stability at 0" and 180"; since the wheel has been despun and the system reduced to  an 
ordinary spinning spacecraft, this result is in agreement with the well-known fact that rotation about 
the nominal spin axis is stable if the moment-of-inertia ratio is "favorable" (i.e., if C > A ) .  If the case 
C < A  had been considered, the function b(8) would be the mirror image of that shown by the solid 
line and there would be unstable equilibrium at 0" and 180" and stable equilibrium at 8 = 90". This 
latter point would represent a flat-spin condition, the famous minimum-energy state for spinning 
satellites with "unfavorable" moment-of-inertia ratios. 

The dashed lines in Figure 4.2 show the effect of the addition of a positive relative wheel rate to 
the system. The unstable equilibrium point is moved to  the right monotonically as the spin is increased, 
eventually reaching 180" as a critical rate CJ,.,, is attained. For CJ 2 CJ,.., only one stable equilibrium 
angle (0") exists, and the 1 80" point becomes unstable. An initial condition of 8 = 180" would then 
result in an eventual complete inversion of the system; i.e., the spacecraft would literally turn upside 

- 0  

Figure 4.3-8(0), Damping on spacecraft only and C > A .  

17 



down in reaching a stable equilibrium state. crcr can be calculated by setting h = 0 and cos 8 = - 1 in 
the equation for h above; i.e., 

(C - AIH 
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CHAPTER 5 

ANALYSIS OF RESULTS 

A. The Fundamental Result Restated 

The primary result obtained in the preceding chapters can be summarized briefly as follows: The 
condition 8 = 8, represents a state of stable equilibrium (or a stable steady-state cone angle) if f ( O , ) = O  
and f’(8,) < 0, where 

f(8) = sin 8 F(8)  , 

(5.1) 
a’2c’(u - X)(20 - h + s2)2 + 

m m 

Hcos8-J ;a  

C a =  9 

(C- A)HcosO +AJ;a 

AC A =  9 

and 

The function F represented by Equation 5.1 is a function of 14 variables, 1 1 of which would be 
fixed constants for a given spacecraft configuration (the moments of inertia C, A ,  and J;, and the 
damper parameters m, k ,  c, a, m‘, k‘, c’, and a‘). The other independent variables are the angular mo- 
mentum H ,  the wheel rate u (constants of the motion in this analysis), and the cone angle 8. The vari- 
ables a, X, and w are not independent, and they are given explicitly above. 

The most important quality of F, however, is its sign, and the various terms involved are predom- 
inantly positive. The only terms possibly negative are X and ( a  - A) in the numerators of the two 
fractions. In terms of the independent variables, these quantities are 

(c - A)H COS e + AJ;U 

AC X =  
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and 

Also, in the special cases of damping on one body only, the sign of F is determined by (1) the 
sign of (-1) for spacecraft damper only, and (2) the sign of (a - X) for wheel damper only. 

In what follows, initial states of the system will be considered to  be characterized by a pure rota- 
tion about the nominal spin axis, with an initial spacecraft spin rate of no and a wheel rate of a. An 
S2,a-plane then contains points representing all possible initial states for a particular system. The 
angular momentum corresponding to  a particular point in this plane will be given by H = JCS2, + Jial, 
and since CS2, + J;a = H cos e,, an initial state for which CS2, + J;a > 0 will represent an initial cone 
angle of 0". Likewise, if Ci2, + J;o < 0, the initial cone angle will be 180". The line CS2, + Jio = 0 
thus divides the S2,a-plane into two parts, as shown in Figure 5.1. 

B. Special Case I : Damper on Spacecraft Only 

The stability of an arbitrary initial state, with damping on the spacecraft only, is determined 
according to  the following conditions: 

(1) 0" is stable if X, is positive. 

(2) 180" is stable if X, is negative. 

0 

180" INITIAL 
CONE ANGLE 

0" INITIAL k CONEANGLE 
7 

'- cs2, + J ju  = 0 

!I" 

Figure 5.1 -Possible initial states and corresponding cone angles. 
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In both cases, X, is calculated from Equation 5.2, with the appropriate values of H and cos 8, as follows: 

(C - A)(Cs2, + J;u) + A J ~ u  

AC X, = 

C - A  J;  =- s2 +-u. A O A  

The line X, = 0, or  u /n0  = ( A  - C ) / J i ,  then divides the initial state plane into regions of X, > 0 
and X, < 0, as shown in Figure 5.2. 

Combining Figures 5.1 and 5.2 and recalling the stability criterion above yields Figure 5.3, a sta- 
bility diagram for the system with damping on the spacecraft only. Regions marked S and U are stable 
and unstable, respectively. 

A useful alternate form of this stability diagram can be constructed in terms of dimensionless 
parameters. Let q = C / A  and q‘ = J;/A. The stability boundaries above then become the lines 
q + q’(a/s2,) = 0 and q + q’(u/!2,) = 1. Figure 5.4 shows the new stability diagram. The only values 
of q that are physically meaningful lie between the limits q’ and 2. 

Figure 5.4 verifies a result obtained by Mingori (Reference 11) through a Routhian analysis of 
linearized equations of motion representing this special case and pure spins about the nominal spin 
axis. 

Turning now to the nature of possible instabilities, we recall that stable equilibrium states can 
exist at intermediate cone angles (0 < 0, < a) if F(0,) = 0. Thus, in the special case at hand we are 
interested in the possibility of X vanishing, where, in terms of dimensionless parameters, 

H cos0 
( 4 -  ‘>A + q’u 

X =  
4 

9 

~ 

Note: The line A, = 0 could 
have positive or negative 
slope. I t  is represented here 
for the case A > C. 

(5.4) 

Figure 5.2-The sign of &,. 
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Figure 5.3-Stability diagram with damping on the spacecraft only. 

.! " \ 1 
- 1  0 

Figure 5.4-Alternate form of stability diagram with damping on the spacecraft only. 

where 

Now, h is seen to  be a biased cosine function of the cone angle 8, and by inspection pf Equation 
5.4 the following may be deduced: 

(1) For 0 = 0, h will vanish at 6 = 7~/2 and will have a slope at that point determined by the sign 
of ( q  - I). 
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(2) Introducing u # 0 monotonically raises or lowers the curve, moving the point where h van- 
ishes to the right or left and eventually eliminating the possibility of h vanishing for a real 8. Critical 
values of (T are determined from Equation 5.4 with X = 0 and cos 8 = k 1. 

These critical values, ul and uz, are calculated as follows: 

or 

or 

Since f ( 0 )  = F ( 8 )  sin 8, the function f ( 8 )  will take on one of the four characteristic shapes shown 
in Table 5.1, depending on the magnitude of the wheel rate u and the sign of ( q  - 1). In this table, sta- 
ble equilibrium states are marked by an arrow ( d )  and comments are added concerning conditions that 
produce the various possibilities. 

Class I behavior includes as a special case the "favorable" single-spin spacecraft, which is stable 
right side LIP (8 = 0") or  upside down (8 = 180"). Note that only in Class I1 can a stable intermediate 
cone angle exist. The "unfavorable" single-spin spacecraft is a special case of this type of behavior, 
where 8, = 90". Equation 5.4 can be used to calculate the value of the stable intermediate angle in 
general, with the result being 

For Class 11, all pure spins about the nominal spin axis are unstable. Classes 111 and IV include 
the possibility of a heretofore unreported type of instability, a complete inversion of the system. Un- 
stable pure spins about the nominal spin axis will change to stable pure spins about the nominal spin 
axis, with the spacecraft turning upside down in the process. 

Table 5.1 shows that only stable initial states and inversions are possible if 4 > 1 or, equivalently, 
if C > A .  A complete stability diagram for this case is shown in Figure 5.5. 

For 4 < 1, two types of initial-state instabilities are possible-inversion, and a steady-state inter- 
mediate cone angle. One obvious observation is that if u = 0, the latter possibility will occur and the 
steady cone angle will be 90". In general, for 4 < 1, Table 5.1 shows that stable intermeaiate angles 
exist if 
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Table 5.1 -Four classes of possible behavior for f(0). 

.. 

f 

f 

f 

*The terms u1 and u2 are given by Equations 5.5 and 5.6, respectively. 

U 

- 

Stable 
Cone Angles 

0", 180" 

oo < e, < 1800 

0" only 

180" only 

STABLE 

Conditions 

q >  1, u > u 2  

q <  1, U>Ul 

or 

q >  l , U < U l  

q <  1 , u < u 2  
or 

"0 

Figure 5.5-Complete stability diagram with damper on the spacecraft only and C > A .  
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The upper bound here is actually the line q + q'(u/n,)  = 1 , which has been found to separate sta- 
ble and unstable initial states. The lower bound represents a new line, 

which divides the previously shown unstable regions into two parts corresponding to  the two possible 
types of instability. Intermediate cone-angle values can be calculated from Equation 5.7, and the loci 
of points representing fixed values of 8, will be straight lines in the nOu, initial-state plane. Figure 5.6 
shows a complete stability diagram for the case of q < 1. 

Presenting the above information in the alternate form [in u/n,, q-space] has disadvantages and 
compensating advantages. Many of the straight lines in Figure 5.6 become curved, and the distinction 
between supplementary cone angles (Le., 8 and 7r - 8)  is lost, but the effect of the parameter q is more 

U 

STABLE 
INTERMEDIATE % 

STABLE 
INTE RMEDl ATE 

ANGLES 4- 

90" - 

0 

Figure 5.6-Complete stability diagram for damper on the spacecraft only and q < 1 
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clearly seen. For definiteness of cone angle only, it is assumed in the construction of Figure 5.7 that 
S2, > 0. For clarity, only that portion of the stability diagram involving the two types of instability is 
shown. Refer to  Figure 5.4 for the overall view. 

C. Special Case I I : Damper on Wheel Only 

The stability of an arbitrary initial state, with damping on the wheel only, is determined accord- 
ing to  the following conditions: 

(1) 0" is stable if X, - 0 is positive. 

(2) 180" is stable if A, - 0 is negative. 

In  these conditions, X, - 0 is calculated from Equation 5.2 with appropriate values of H and cos 9 as 
follows: 

INVERSIONS 

I 

30" 

Figure 5.7-Portion of stability diagram in alternate form, damping on spacecraft only and no > 0. 
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(C - A ) ( C a ,  + J ~ u )  + A(J; - C)U 

AC A,-u= 

The line A, - u = 0, or 

u C - A  
a, A - J ; ’  

- 

then divides the initial-state plane into regions of X, - u > 0 and A, - u < 0, as shown in Figure 5.8. 

Combining Figures 5.1 and 5.8 and recalling the stability criterion above yields a stability diagram 
for damping on the wheel only, shown in Figure 5.9. Regions marked S and U are stable and unstable, 
respectively. 

Again, a useful alternate form of this stability diagram can be constructed in terms of dimension- 
less parameters. With 4 = C/A and 4’ = J;/A, the stability boundaries above become the straight lines 

U 4 + 4’-= 0 
a0 

and 
U U q+q’-= 1 +-. 
a0 a0 

This alternate stability diagram, Figure 5.10, verifies a result obtained by Mingori (Reference 1 1) 
with a Routhian analysis of linearized equations of motion representing this special case and pure spins 
about the nominal spin axis. 

0 

Note: The line A, - u = 0 could 
have positive or negative slope. 
I t  is represented here for the 
case C < A .  

10 - O > O  

Figure 5.8-The sign of X, - u. 
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u _ C - A  
<lo  A - J j  

Figure 5.9-Stability diagram with damping on the wheel only. 

4 

Figure 5.10-Alternate form of stability diagram with damping on the wheel only. 

9 = 2  

Turning now to the nature of possible instabilities, we recall that stable equilibrium states can 
exist at intermediate cone angles (0 < 8, < n) if F(8,) = 0. Thus, in the special case at hand we are in- 
terested in the possibility of h - 0 vanishing, where, in terms of the dimensionless parameters, 
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and 

H (q - l)AcoSO + (4‘ - 410 

E= 1qa0 + q’ul . 

h - U =  
4 

A 

An analysis of Equation 5.8 would closely parallel the earlier analysis of Equation 5.4. Each is a 
biased cosine function of the cone angle 0 which vanishes at 0 = 90” if u = 0; its slope is determined by 
the sign of q - 1, and the bias level is a monotonic function of u. However, critical values of u are now 
determined for X - u = 0 in Equation 5.8, with cos 0 = +1. 

or 

(5.10) 

The discussion of the behavior of the function f ( 0 )  with damping on the spacecraft only is appro- 
priate for this special case as well. The four classes of behavior represented in Table 5.1 are again pos- 
sible. The conditions producing these classes are different, however. Table 5.2 shows the appropriate 
inequalities involved. 

All comments in the previous section concerning the various classes of behavior apply here also, 
except that in Class 11, the value of the stable intermediate cone angle is determined from Equation 5.8 
to  be 

(5.11) 

Table 5.2 shows that only stable initial states and inversions are possible if q > 1. A complete 
stability diagram for this case is shown in Figure 5.1 1. 

For 4 < 1, we again have two possible types of instability-inversion, and a steady-state interme- 
diate cone angle. The latter possibility (Class I1 of Table 5.2) occurs when 

4 -  <o< q(1 - 4 )  
1 - 4 ’  no q + q q ’ - 2 q ’ ’  

The lower bound here is seen to be the line which has previously been found to separate 
regions of stability and instability in the initial-state plane above. The upper bound is a new line which 
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Table 5.2-Four classes of possible behavior for f(0). 

Class 

I 

I1 

I11 

IV 

f 

f 

- 

f - 
I 

f 

7r 

-~ 

Stable 
Cone Angles 

o", 180" 

oo <eo < 1800 

0" only 

180" only 

Conditions 

q >  1, o<a2  

q <  1 , 0 < O l  
or 

q <  1, 0 > O l  

q >  1, 0 > U 2  

or 

*The terms ul and u2 are given by Equations 5.9 and 5.10, respectively. 

divides the unstable region in Figure 5.9 into two parts, corresponding to the two possible types of 
instability. 

Appropriate values of intermediate cone angles can be determined from Equation 5.1 1, and the 
loci of points representing constant values of 8, will be straight lines in the n,,a-plane. Figure 5.12 
shows the complete stability diagram for the case of q < 1. 

The above information can also be presented in an alternate form (in the o/Q0, q-space) as shown 
in Figure 5.13. Again, for definiteness of cone angle only, the assumption is made that fino.> 0. Note 
the singularity in the boundary separating inversions from the intermediate angles. It occurs when the 
denominator of the expression 
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Figure 5.1 I-Complete stability diagram with damper on the wheel only and 
q >  1. 

vanishes, or when 

Figure 5.13 shows only that portion of the (o/Q,)q plane of most interest here. (Refer to Figure 
5.10 for the overall view.) 

D. General Case With Tuned Dampers 

For the special cases considered so far, specific damper parameters have not been important. We 
have been concerned only with the moments of inertia C, A ,  and J;, the angular velocities and c3, 
and the cone angle 0. The general case, however, involves eight additional variables which appear in 
the function F (Equation 5.1)-m, k ,  c, and a and m’, k‘, c’, and a‘. However, the stabiliw characteris- 
tics of a particular configuration can easily be determined by a numerical evaluation of the function 
F(0)  and an examination of the results in light of the basic stability criteria we have been using. 

In order to  simplify the analysis of the general case, we make the following assumptions, which 
reduce the number of independent parameters: 
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I NVE RSlONS 

I NTERM ED1 ATE 

I NTE RM ED1 ATE 

U U q + q ‘ -  = I + -  
% % 

Figure 5.12-Complete stability diagram for damper on the wheel only and q <  1 

(1) Each of the dampers is “tuned” such that its natural frequency matches its excitation fre- 
quency with the spacecraft in its initial state. Let A, be the corresponding value of A. We thus require 
klm = A i  and k’/m’ = (u - A,)2. 

( 2 )  The damping in each is “0.1 critical,” that is, c = 0.2mlAol and c’ = 0.2m’lu - h,l. 

Combining these assumptions with Equation 5.1 produces the following expression for F(8): 

(Ao - n,)2 (20 - A, + n o ) 2  
+ 6’ 

2A (5.12) 

where 
ma a = -  
A 
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INVERSIONS 

1 2 0 " - - - - - - - - - , -  

goo 

INVERSIONS 
0" + 180" 

', ',\ ,\* \ "d', 

Figure 5.13-Portion of stability diagram in alternate form, with damping on wheel only and a,, > 0. 

and 

We have seen several times that the stability of initial states is determined according t o  the fol- 
lowing conditions: 

(1) 0" is stable if F(8)  < 0. 

(2) 180" is stable if F(n)  > 0. 

These requirements can be reduced to one, viz., an arbitrary initial state is stable if F(8,) cos 8, < 0, 
where cos Bo = sgn (qn, + 4'0). Thus, for stability of an initial state, it is required that 
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or, equivalently, 

> O .  (5.13) 

Examination of Equation 5.13 reveals that there exist four possible situations, which are shown 
in Table 5.3. 

Mingori (Reference 1 1) studied linearized equations representing the special case being considered 
here, with five particular combinations of the parameters q, q', and o/a,,.  These equations had peri- 
odic coefficients, and he expIored a 66'-space at various isolated points by a numerical, computerized 
Floquet analysis, producing a total of 125 data points, to which the results obtained here can now be 
compared. 

Table 5.3-Initial state stability, damping on both bodies. 

+ 
+ 

Requirement for Stability 

6 -> 
6' 

Always stable 

Never stable 
- 

2 
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4 

Table 5.4 shows the particular combinations of parameters examined by Mingori and the corre- 
sponding stability criteria deduced from the analytical results obtained here. 

Figure 5.14 shows comparative results for Cases 1, 2, and 3 of Table 5.4, in which an analytical 
stability boundary is predicted. Nearly total agreement occurs, with the exception of single points in 
Cases 1 and 2. (These particular points will be discussed later.) 

4’ 

Results for Case 4 are not shown; however, they agree with Mingori’s results, which yielded insta- 
bility at each point tested. 

0.8 
0.8 
1.5 

In Case 5 ,  Mingori found instability at over half of the points tested (Figure 5 .19 ,  a result appar- 
ently in gross disagreement with the stability criteria reported here. To assess the significance of this 
disagreement, we digress to  consider the work of Mingori in some detail. 

0.2 
0.2 
0.2 

Recall that this result comes from a Floquet analysis, which was necessary because the linearized 
equations of motion had periodic coefficients with damping on each of the bodies. However, Mingori 
also presented the results of a Routhian analysis for the special cases of damping on one body only, 
which can be used to  investigate the stability of the particular configurations examined on the 6 and 
6’-axes, i.e., when 6 or 6’ vanishes. Appendix I1 contains a detailed discussion of the behavior of the 
system on these axes and shows damper size limitations which arise when the dampers are tuned. 

Briefly, the Routhian analyses produce five inequalities that are necessary and sufficient for sta- 
bility in the special cases to which they are applicable. Two of these are trivially satisfied for physi- 
cally realistic systems; a third represents that criterion which has been shown to be in agreement with 
the results obtained here, i.e., the stability diagrams presented earlier for those special cases. 

The other two inequalities pertain to the sizes of the damper masses, and Table 5.5 shows the 
damper size limitations imposed by these inequalities for the special combinations of variables exam- 
ined by Mingori. The headings 11-1 5 ,  11-16, and so forth refer t o  equations in Appendix 11. 

Of particular interest in this table are the very low limits on the size of the spacecraft damper in 
Case 5.  Spacecraft damping has been found to be stabilizing in this instance, yet instability is indicated 
for 6 > 0.008. 

Table 5.4-Mingori’s particular combinations of q, q’, and a/f20. 

Case 

1 
2 
3 
4 
5 

CT - 

n o  

4 
-6 
-2  

0.5 
-1.5 

(T 
4 + 4’- 

a 0  

1.6 
-0.4 

0.4 
0.9 
1.2 

y 
a0 

0.6 
-1.4 
-0.6 
-0.1 

0.2 

~~ 

CT A0 

n o  f20 

--- 
.~ 

3.4 
-4.6 
-1.4 

0.6 
-1.7 

Requirements 
for Stability 

6/6’> 13.7 
6lS’ > 1.48 
6/6‘ < 0.4 14 
Never stable 

Always stable 

35 



0.1 

0.05 

6' 0.01 
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I I  
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r% 
/ " 0 

0.001 0.005 0.01 0.05 0.1 

6 
Case 2 

0.001 0.005 0.0; 0.05 0.1 

6 
Case 1 

KEY 

0 - MINGORI'S STABLE POINTS 

- MINGORI'S UNSTABLE POINTS 

----- 
ANALYTICAL STAB1 LITY BOUNDARY 

0.001 0.005 0.01 0.05 0 1 

6 
Case 3 

Figure 5.14-Comparison of results, Cases 1, 2, and 3. 

The inequalities involved in these low limits (derived in Appendix 11) are repeated here for con- 
venience: 

A; - 652,(52, + A,) > 0 
and 

In an effort to find the physical significance of these inequalities, the appropriate linearized equa- 
tions in Reference l l were examined. Terms extraneous to our purpose here were removed for clarity, 
and the following set of equations was found to possess possible pertinent types of instabilities: 
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0.001 0.005 0.01 0.05 0.1 

6 

Figure 5.15-Mingori‘s Case 5 results. 

L j l  + how2 = 0 , (5.14) 

Ljz-Xow,=-aoz,  ma 2 
A (5.15) 

and 
mZ + kz = ma(cb2 - f20w1). (5.16) 

Substituting Equation 5.15 into Equation 5.16 
produces 

2 -k (i - z = a(Xo - ~ o ) w l  . (5.1 7) 

Note that the “effective spring constant” in 
Equation 5.17 involves 6, and in order for this to be 
positive, it is necessary that 6 < k/mS2$ 

If the damper is tuned to its excitation fre- 
quency, i.e., if k /m  = A:, this inequality becomes 

A i  > an:, or equivalently, A i  - 6S2: < 0. This latter inequality is seen & be similar to  the first 
Routhian inequality above. 

If a fourth-order equation in z is formed, equivalent to  the set of Equations 5.14 through 5.16, it 
is found that the linear term has the coefficient Xi(k/m) - 6AoS2;. Requiring this “spring constant” to 
be positive implies k /m  > 6S2;/X0. If the damper is again tuned to its excitation frequency, this re- 
quirement becomes hi > 6S2:/ho, or  equivalently, hi - 6h,S2; > 0. This inequality resembles the 
other Routhian inequality listed above. 

Physically, then, these inequalities involve effective spring constants which are characteristic of 
the coupled equations. In the perturbation analysis reported here, the equations of motion are un- 
coupled, and these types of instabilities could not be detected. 

Since the inequalities involved depend on the size of the dampers, it seems reasonable to consider 
them as representative of second-order effects beyond the scope of this perturbation analysis. The 

Table 5.5-Special case limits on damper sizes. 
~- 

Case 

1 
2 
3 
4 
5 

4 

0.8 
0.8 
0.8 
0.8 
1.5 

4’ 

0.2 
0.2 
0.2 
0.2 
0.2 

U - 
a0 

4 
-6 
-2 

0.5 
-1.5 

%la% 

11.15 1 11.16 
I 

0.225 
No limit 
0.900 
0.01 1 
0.033 

0.178 
1.57 

No limit 
No limit 

0.008 

%lax 

No limit 
No limit 

0.267 No limit 
4.83 
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above inequalities show that tuning the dampers to low excitation frequencies can greatly enhance 
these effects and severely limit the size of the damper. This is the problem encountered here. 

If Table 5.5 is used as an indicator of the range of applicability of our first-order perturbation 
analysis, the following conclusions may be drawn: 

(1) None of the wheel damper size limitations (S;,) are of any consequence. They are all re- 
mote from the range of primary interest (0.001 to  0. l) ,  except for Case 4 and Equation 11.17, which is 
not important since there is first-order instability in that case. 

(2) The limitations on 6 in Cases 2 and 3 are probably remote enough from 0.1 to  be inconse- 
quential, and the low limit (0.01 1) in Case 4 is not significant because of the first-order instability in 
that case. 

(3) Both of the &limitations in Case 1 lie just beyond the range investigated by Mingori, so that 
the second-order effects may have destabilized the point of disagreement mentioned earlier. 

(4) In Case 5 ,  the line 6 = 0.008 cuts through the middle of the stability diagram shown in Figure 
5.14. The stability at all points to the left of this line is in agreement with the stability criterion devel- 
oped here. At one point, the stabilizing wheel damping was efficient enough to  stabilize the system 
even though 6 exceeded 0.008. 

The point of disagreement in Case 2 remains unexplained. A situation similar to that of Case 1 
exists here, but the second-order instability boundary is further away (at 6 = 1.57). An alternate ex- 
planation of the disagreement at this point may lie in a sign error in a very small term in one of the 
matrices worked with by Mingori.* This error appears in two published versions of his work (Refer- 
ences 5 and 1 l), but may or may not be significant.** 

E. Transformation of the Stability Diagram 

The stability criteria developed here for the case of tuned dampers with 0.1 critical damping on 
each body can be used to trace the transformation of the stability diagram as energy dissipation capa- 
bility is gradually shifted from one of the bodies to the other. The extreme cases would be the dia- 
grams shown in Figures 5.4 and 5.10 for damping on the spacecraft only and wheel only, respectively. 

Recall that the stability criteria for initial states, given by Equation 5.13, involved the signs of the 
quantities 

*The term W, (4,3) should be negative. 
**In a recent personal communication, Mingori acknowledged the presence of this error in his published equations and in his computer 

program. He also brought to the writer’s attention, however, a paper by Lindh and Likins [“Infinite Determinant Methods for Stabil- 
ity Analysis of Periodic-Coefficient Differential Equations,” A I M  J 8(4), p. 680, 19701 in which results in total agreement with his 
are presented. He added that the same error is present in the equations in this paper but not in the computer program which produced 
the results. 
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and 

Figures 5.16, 5.17, and 5.18 show which regions of the (0 / f2~)q - ,  initial-state plane represent positive 
and negative areas for these quantities. 

Inspection of Table 5.3 reveals that the relative amount of damping on the two bodies is unim- 
portant if A0/S2, and u / a 0  - Xo/a0 have opposite signs, i.e., all initial states are either stable or unsta- 
ble. Figure 5.19 shows the regions of the initial-state plane t o  which this situation applies. 

In other areas of this plane, the sign of the function F(Bo) given by Equation 5.12 will be impor- 
tant, and stability boundaries (or places where F changes sign) will be characterized by the vanishing 
of the bracketed quantity in Equation 5.13. Since we are now interesisd strictly in cases where Xo/!Gto 
and a lao  - Xo/Sl0 have the same sign, we can thus concentrate on satisfying the relationship 

9 

Figure 5.16-The sign of g + q’(u/L?,,). 

Figure 5.17-The sign of h,-,lC2,-,. 
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Figure 5.18-The sign of alSlo - ho/Slo. 

a 

Figure 5.19-Special regions of the initial-state plane. 

ho(2a - A, + a, j 
0, - a,>(a - A,) 

With = (6/6')1/2, solutions are sought for the equation 

" 
L 

With the substitution h, = (q  - 1)a0 + q'a, this equation becomes a quadratic function in a/a0 
that can be solved analytically for lines along which F vanishes. Appendix I11 shows a derivation of 
the general quadratic and the particular form it takes when q' is arbitrarily selected to be 0.2. This 
particular case is used for illustrative purposes. The function F, referred to several times below, is re- 
peated here for convenience: 
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Study of the transformation of the stability diagram is begun with an examination of the behav- 
ior of the function F with damping on the wheel only. The initial stability diagram is shown in Figure 
5.10 and is repeated in Figure 5.20. Two important lines corresponding to h, = 0 and 20 - h, + no = 0 
are also shown. Near the first of these lines, a small amount of spacecraft damping will strongly affect 
the function F;  near the second, the stabilizing effect of the wheel damper is weak (i.e., F = 0). 

Now, the addition of a small amount of damping on the spacecraft splits both the stable and un- 
stable regions along the dashed lines in Figure 5.20. The result is shown qualitatively in Figure 5.21. 

The spacecraft damping has changed the sign of F in two regions, stabilizing one and destabilizing 
the other. A further increase in spacecraft damping causes these new regions t o  grow, completely 
eliminating the leftmost stable area above when /3 = 1. Adding still more damping causes the leftmost 
F =  0 line to  sweep to the left, leaving stable area behind, as shown in Figure 5.22. This moving line 
eventually stabilizes the remainder of the left half-plane and then begins to  approach from infinity on 
the right, leaving stable area behind again. As the spacecraft damping becomes more and more domi- 
nant, the stability diagram takes on the appearance of Figure 5.23. 

The final state, as the transformation is completed, is shown in Figure 5.24. Lines corre- 
sponding to  A, - no = 0 and u - A, = 0 have been added to this figure, indicating places where the 

stabilizing effect of the spacecraft damper is 
weak (Le., F x 0) and where the effect of a small 
amount of damping on the wheel is strong, re- 
spectively. 

I 1  \ 

Figure 5.25 shows the progressive steps of 
the transformation for the special case of q’ = 0.2. 
In order to  show the complete transformation on 
one fairly simple figure, many lines have been 
omitted and the figure appears somewhat abstract, 
but the information shown is quantitatively ac- 

Figure 5.20-Initial stability diagram. curate. 

9 

I 

NEW UNSTABLE AREA 

NEW STABLE AREA 
Note: F = 0 along 
all curved lines 

----- 
U l 9 ,  

Figure 5.21-First intermediate stability diagram. 
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9 = 2  

~ - o l l !o  

Figure 5.22-Second intermediate stability diagram. 

9 RECEDING UNSTABLE AREA 

RECEDIN 

~. I -  

Figure 5.23-Third intermediate stability diagram. 

9 
1 

-- 
1 1jil1, 

Figure 5.24-Final stability diagram. 
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Figure 5.25-Transformation of stability diagram. 
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CHAPTER 6 

POSSl BLE GENERALIZATIONS 

In Chapter 3, it was said that, in effect, the unperturbed motion of the system was determined by 
letting the damper masses vanish; that motion was allowed to  drive the dampers, and then their steady- 
state response to the excitation was found. In Chapter 4 it was shown that, for small damper masses, 
the spin component of the system angular momentum can be written as 

H cos0 = Cw3 + J;o , 

so that 
- H s i n 0 C ) = C b 3 .  

Thus, cone-angle behavior is intimately related to  spacecraft spin-rate changes. 

The damper motion mentioned above generates reaction torques on the spacecraft; in particular, 
it generates a spin torque that can change the spacecraft spin rate. From the sign of the average spin 
component of the reaction torque, the sign of b3, and consequently the sign of e ,  can be determined. 

In order to assess the significance of the specific damper orientation chosen in this analysis and in 
the hope of expanding the generality of the results obtained, we consider here the effects of a general- 
ized spring-mass-dashpot damper (arbitrarily positioned with respect to  the center of mass and arbi- 
trarily oriented relative to  the nominal spin axis) on the motion of a symmetric dual-spin system, using 
the above-mentioned heuristic approach to  the dynamics. 

The basic system consists of a symmetric spacecraft and a symmetric wheel driven at a constant 
relative angular velocity. Figure 6.1 shows this system and gives several pertinent parameter definitions. 

A. Unperturbed Motion of the System 

The characteristics of the unperturbed motion of the system are given by the solution of the well- 
known Euler equations: 

d -H + wT x H = 0 ,  
dt 

where 

H = A o  + (CC2 + J;o)k 
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WHEEL I 
SPIN MOMENT OF INERTIA = J i  

RELATIVE SPIN RATE = u 

SPACECRAFT ANGULAR VELOCITY 

uT = TOTAL 

=SPIN = a k  

w = TRANSVERSE 

rOTAL SYSTEM MOMENTS OF INERTIA 

C = SPIN 

A = TRANSVERSE 

Figure 6.1-Basic dual-spin system. 

is the total angular momentum vector and all vectors are measured in a spacecraft-fixed reference 
frame with origin at the center of mass and one axis along the nominal spin axis. 

With the appropriate substitutions and differentiation, 

or 

and 

Thus 

52 = constant and cb = Xk x w , 

where 

which is a constant. 
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If w = (wl, w2, 0), Equation 6.1 has the elementary solution w = (w cos X t ,  w sin X t ,  0), where w 
is a constant of the motion and we have chosen w2(0) = 0 without loss of generality. 

B. Location and Orientation of the Damper 

Let ro and e specify the location and orientation, respectively, of a small, single-axis, spring-mass- 
dashpot damper with a spring constant k and a damping coefficient c. If p locates the active mass of 
the damper relative to  its undeflected position, the actual position of the damper mass is given by 
r = ro + p,  where p = ple.  Without loss of generality, we can set one of the components of ro equal to  
zero. We will then be working with the vectors 

and 

C. Damper Equation of Motion 

The motion of the active mass of the damper will be given by the solution of the vector equation 
ma = F, where m is the mass, a is the total acceleration, and F is the total force. In terms of the above 
vectors, this becomes 
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= m [ j  + 20, x p + ho(r * k) - Xk(r o) + wT(wT - r) - r (w+)] .  (6.2) 

The equation for the axial motion of the mass is obtained from the scalar product of each side of 
Equation 6.2 and the vector e, with the right side becoming -kpl  - cpl .  Thus, 

D. Spin Component of Reaction Torque on Spacecraft 

A reaction force - F acts at r, so the resulting torque on the spacecraft is T = F x r. The system is 
assumed to be balanced such that this torque vanishes when the damper is caged, i.e., when p1 = b1 = 0. 
If F, is the corresponding force, it is required that To = F, x r, = 0. Of primary concern is the spin 
component of the torque T - To, or 

T s = k - ( F x r - F o x r o )  

= k - [F x p1 - r, x (F - F,)] , 

where F is given by Equation 6.2 and 

Appendix IV gives the derivation of the final result: 

E. Special Case I : Damper Parallel to Nominal Spin Axis 

We now let el = e2 = 0 and e3 = 1. The resulting equations are 

and 

c 
p1 = (h  - a2)x0w cosht + zow2 

m 

T, = mxow[2B1 cosht - p l ( h  + a) sin At] . 

The first of these equations is identical to Equation 3.4, produced by the perturbation analysis, 
The variables p l ,  x,, and y o  are the same quantities labelled z ,  a,  and - I 2  previously. This equation 
can be solved in closed form, and if the steady-state solution is substituted into the second of Equa- 
tions 6.5, an average value of T, can be determined in a way analogous to that which produced an 
average value of 6 in Chapter 4. 
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The equations above can be manipulated to  represent the motion and effect of a damper on the 
wheel as follows. The angular velocity vector for the wheel, in a reference frame rotating with the 
wheel, has the components w cos (A - o)t, w sin (A - o)t, and 52 + u. Comparing these with corre- 
sponding terms in the total angular velocity vector used in the derivation above (w cos At, w sin At,  52) 
shows that the wheel damper equations can be produced by changing the variables h and 52 such that 
X + X - u and i2 += i2 + u. Thus, 

p ;  = (h  - 52 - 2o)xbo cos (X - o)t + zbw2 
m 

TL = m’xbo[2p; cos (A - a)t  - p;(X + 52) sin (X - o)t ]  , 
and 

In Equations 6.6 and in what follows, primed quantities are used for parameters associated with 
wheel dampers. Except for the difference in notation ( p i ,  xb, and zb become z’,  a’, and Zl), the first of 
Equations 6.6 compares favorably with Equation 3.5, derived earlier. These equations can also be ana- 
lyzed t o  obtain an average value of T i  in a straightforward manner. 

For this particular damper orientation, then, we can find the average spin torque produced by the 
steady-state damper response to excitation arising from the general precessional motion of the system 
with an arbitrarily large cone angle. We now turn to other possible orientations of the dampers. 

F. Special Case I I: Damper Normal to Spin Axis and Radius Vector 

In this case, let el  = e3 = 0 and e2 = 1. Equations 6.3 and 6.4 then reduce to 

xow2 
- s i n 2 X t ) - a 2  1 p l = - ( i Z + + ) z o o s i n h t - -  2 sin 2Xt 

and (6.7) 

sin 2Xt . cos 2ht + - 1 P l X 0 W 2  P f 0 2  
2 

- 2p1p1C2 + p l z o ( X  + C2)u C O S X ~  + ___ 
2 

For a damper on the wheel, these equations become 

and 

X b U  2 

= - (C2 + X)zbw sin (h  - o)t -- sin 2(X - o)t 2 
(6.8) 

xbj;  - 2p;p;(52 + U )  + p ; ~ b ( X  + CL)W COS (A - ~ ) t  
L 

s i n 2 ( X -  a)t  . cos 2(X - o)t + ___ 1 p;XbW2 p ;2w2  

2 2 
+ 
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G. Special Case I I I : Damper Radial 

In the case where el = 1 and e2 = e3 = 0, the damper and torque equations become 

(2x0 + p , )  sin 2ht 1 PlW2 
2,j1(pl + xo)a - p l zo (X  + S2)w sin At  -- 

2 

For a damper on the wheel, these equations become 

{: 1 p ; + m ' l i ' ; +  .. c' - - , - w ~ [ 1 - c 0 s ~ ( h - o ) t ] - ( a + + ) ~  p; 

and 
= - zb(h + a10 cos ( A  - o)t + xb[w2 sin2 (X - o)t + (a + ul2 1 

2p;(p; + xb)(J2 + o) - p;zb(h + J2)w sin ( h  - o)t 

(6.10) 

(2xb + p i )  sin 2(h - o)t . 3 -- 
2 

The damper equations obtained for Special Cases I1 and I11 are clearly more complicated in gen- 
eral than those associated with Special Case I. They involve periodic coefficients and are similar in 
form to Mathieu equations with sinusoidal forcing functions of two frequencies. For small angles (a2 
small), however, they reduce t o  tractable constant-coefficient equations, and they will be analyzed on 
that basis. 

The average spin-axis torque arising from the steady-state motion of the various dampers consid- 
ered above will now be determined, with the assumption of small-angle motion for the system. 

H. Small-Angle Analysis of the Special Cases 

Spacecraft Damper of Case I 

For Case I, the appropriate spacecraft damper equation of motion is 

.. c k 
m m p1  + - p l  + - p ,  = ( h  - J2)xow cosht , 

with a steady-state solution 

p1 = B' sin ht + C' cos X t  
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The spin torque is given by 

T, = mxoo[2j1  cos At - p l ( A  + a) sin A t ]  , 

so that the average torque will be 

Ts = mxoo[B’A - I/B’(A + a)] 

mxOw 
2 B’(h - a) -- - 

Since 

we have 

c -1- I o  m 

Wheel Damper of Case I 

For Case I, the appropriate wheel damper equation of motion is 

C’ k’ 
m 6 ;  + gi; +,pl = (A - c2 - 20)x0w cos(X - o)t , 

with a steady-state solution 

p i  = B‘ sin (X - o)t + C‘ COS (A - o)t . 

The spin torque is given by 

T i  = m’xbw[2j; cos (X - o)t - p;(h + a)  sin (A - o)t] , 

(6.1 1)  

5 1  
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so that the average torque will be 

7;. = m’xbw[B’(X - 0) - %B’(X + a)] 

m’xbo 

2 
B’(X - 20 - 52) . - -- 

Since 

0 

we have 

- ‘/zc’xb2w2(h - O)(20 - x + 52)2  
_. ~ -- 

Th = [A?’ --(h-0)2 1 2 -  + [ ( h - u ) m ’  c y  
Spacecraft Damper of Case I1 

For Case 11, the appropriate spacecraft damper equation of motion is 

with a steady-state solution 

p1 = B’ sinXt +C’cosht . 

The spin torque is given by 

T, = m[-xoj l  - 2p,b152 + plzo(h + S2)w cosXt] , 

so that the average torque will be 

(6.12) 

- nzzooC‘(h + 52) 
- 

2 
Ts = 

52 
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Since 

we have 

C --x m 

- (52 + X)ZoG 

0 

C --A m 

- %cz;w2A(h + 5 2 ) 2  
T, = 

Wheel Damper of Case I1 

For Case 11, the appropriate wheel damper equation of motion is 

p ;  = - ( a  + X ) Z ~ W  sin@ - o)t , 

with a steady-state solution 

p i  = B‘ sin (A - a)t + C’ cos (A - a)t . 

The spin torque is given by 

p S m r [ - x ’ f i ’  0 1  - 2 p ; q n  + a) + p ; z p  + n2)o cos (A - o) t]  , 

so that the average torque will be 

T i  = l/m’zAo(x + 5 2 ) ~ ’  

Since 

k’ 
m’ 
- - ($2 + a)2 - (A - 0 ) 2  -(a + X ) Z +  

0 

C’ -(X-CJ)- m’ 

C’ (-x - a’; 

; - (52 + a)2 - (X - a12 

- 
Y 

k’ 
m’ 
- - (52 + 0 ) 2  - (A - a)2 C’ 

(6.13) 
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we have 

Spacecraft Damper of Case I11 

For Case 111, the appropriate spacecraft damper equation of motion is 

ijl +cj, m + (; - a2)p1 = - z o o  + s2)w cos At +xoa2 , 

with a steady-state solution 

p1 = A' + B' sin At + C' cos At . 

The spin torque is given by 

T, = nz[- 2j1(p, + x0)a - p l z o ( h  + a2)w sin ht] , 

so that the average torque will be 
- T , =-?/  2mzow(h + 0 ) B '  . 

Since 

l o  c - -A  in 

we have 

(6.14) 

(6.15) 

Wheel Damper of Case I11 

For Case 111, the appropriate wheel damper equation of motion is 
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with a steady-state solution 

p; = A ’ +  B’ sin(h - o)t + C‘ cos(h - a)t . 

The spin torque is given by 

Tk m’[- 2p; (p ;  + x b ) ( a  + a) - p;zb(X + i2)w sin (h  - a)t]  , 

so that the average torque will be 

- 
Tk = - %m‘zbw(h + S2)B’ . 

Since 
C’ 

m’ --(A - a) 0 

k‘ 
m 

- zb(A + !2)w 7 - (a + 0 ) 2  - (A - a)2 

7 - (n + 012 - (A - u p  

~~ B’ = 
C’ k’ 

nz m’ 

C’ k’ -(A - a) m’ m’ 

, 
--(A - a) 

- - (n + a)2 - (h  - u p  

we have 

(6.16) 

1. General Observations 

Equations 6.1 1 through 6.16 are similar in many ways. Of particular interest is the preponder- 
ance of positive terms. Although the various equations differ in detail, it can easily be seen that the 
sign of h controls the sign of the average torque for each of the spacecraft dampers, and the sign of 
h - a determines the sign of the average torque for each of the wheel dampers. These quantities repre- 
sent the rotation rate of the transverse angular velocity vector in a reference frame fixed Tn the respec- 
tive body. In general, then, damping in a particular body increases the spacecraft spin rate if the trans- 
verse angular velocity vector moves counterclockwise in that body. For lack of a better word, this 
type of motion will be called a positive nutation rate. 

Earlier in this chapter, we showed that spin rate increases imply cone angle decreases. Thus, 
damping in a particular body decreases the cone angle if the nutation rate in that body is positive. For 
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a single-spin spacecraft, the nutation rate h, the spin rate S2, and the moments of inertia C and A are 
related by h = (C/A - 1)n. The spin rate and the cone angle are related by CS2 = H cos 8, where H is 
the total angular momentum, which we take as a positive quantity that is a constant Of the motion for 
a system free of external torques. For 8 near 0”, stability would involve a decreasing cone angle, and 
for motion near 180”, an increasing 8 would indicate stability. In either case, stability can be seen to 
require C > A, the usual moment of inertia constraint for spinning bodies. 

Nutation (as defined above) is a measurable quantity in a spinning body, but it is not an obvious 
characteristic of torque-free motion to  an outside observer. The spin rate is observable, of course, and 
if there is any cone angle present, another quantity, the precession rate, can be seen. This is the rate at 
which the nominal spin axis actually moves around the inertially fixed angular momentum vector, and 
it is one of the usual “Euler angle” rates in textbook descriptions of rigid body motion ( I,!I1 in Figure 
6.2). If the system angular momentum is expressed in terms of the Euler angle rate vectors, i t  can be 
easily shown that I), = H/A,  if 8 vanishes, as it does for the torque-free motion of a symmetric body. 

The relationship I,!I, = H/A holds for dual-spin systems as well, since the transverse angular mo- 
mentum is still Ao. For the dual-spin system, we have the relationships 

CS2 + J;o = H cos 8 , 

z 

Note: I f  b = 0, w = 
Since Aw = H sin 0,  

6, sin e. 
$, = HfA. 

Figure 6.2-Orientation of a rigid body by a 3-1-3 transformation of angles 
G I ,  8, and 9. 
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C J ) 3  
X=(;i-1)S2+Ao, 

and 

which can be combined to yield 

X =  It, coso-S2 

For the case of small cone angles, h % 4, - S2. Spacecraft damping is stabilizing if X > 0, or in 
this case, if I), > S2; wheel damping is stabilizing if X - u > 0, which in this case requires $, > S2 + u. 
Thus, we deduce that damping on a particular body is stabilizing if that body precesses faster than it 
spins. 

J. Energy Dissipation 

The damper equations just considered were all of the general form 

,ijl + - p l  C + ~ , p ,  = a + p1 sin(yt + cpl> , 
in 

with a steady-state solution of the form 

p1 =A’+B’sin(yt+cpl)+C’cos(yt+cpl).  

The energy dissipation rate for the damper is 

and the average rate is given by 

P =  %cy2(Bt2 + Ct2) . 

It can be easily shown that 

Thus 

a2 
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Term-by-term inspection of the average spin-axis torque expressions, Equations 6.1 1 through 
6.16, shows that in every case they are of the form 

If a dual-spin system containing any arbitrary combination of the above types of dampers is con- 
sidered, all of the spacecraft dampers will be driven at the frequency 1, and the wheel dampers at the 
frequency 
that 

- 0. The average torques in the system will combine linearly, and we can say in general 

- ps pw Ts=-+- x x - 0 ’  
(6.17) 

where P,y and P, represent the rates of energy dissipation in the spacecraft and the wheel, respectively, 
and are inherently positive quantities. 

Since an increasing spin rate implies a decreasing cone angle, stability for an arbitrary initial state 

(6.18) 

requires 

Ts coseo > o , 
where e,, is either 0” or 180”. 

Equations 6.17 and 6.18 are of a form reminiscent of a result presented by Likins (Reference 13) 
after an “energy sink” analysis of the attitude stability of a similar dual-spin system. In fact, with 
allowances for differences in notation, the conclusions are identical. 

Working with linearized equations, Likins ignored equations “involving the changes in rotation 
rates of the two bodies about their common axis. .  . under the assumption of small motor and bearing 
friction torques” and assumed that any damping present would decrease the kinetic energy of the sys- 
tem, i.e., T < 0. Then, recognizing the conservation of angular momentum in the system, he manipu- 
lated appropriate equations to  deduce that the decreasing energy implies a stability criterion equivalent 
to that deduced here. 

Now, with the assumption of a constant wheel rate, i t  can be shown that in the case of prime 
interest in dual-spin stabilization (i.e., the stability of pure rotations about the axis of minimum mo- 
ment of inertia), stable equilibrium involves a maximum energy state. That is, stable behavior implies 
an increasing kinetic energy for the system. This can be seen by combination of the equations 

Aw = H sin 8 , 
and 
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to obtain 

T = -  - A sin2 e + constant . (6.19) 
2AC 

Equation 6.19 shows that, for the dual-spin system, 0”, 90”, and 180” will always represent ex- 
trema in kinetic energy. For “favorable” systems (Le., C > A )  pure spins about the norninal spin axis 
will be minimum-energy states. In this, the dual-spin system is similar to a single-spin body, but sta- 
UlG equilibrium might involve any cone angle (0” < eo < 1 80”). Thus, in terms of kinetic energy, max- 
imum, minimum, or even intermediate energy states can be stable. 

In light of the above considerations, the previously mentioned agreement with Likins’ result is 
somewhat surprising. In fact, one might reasonably reject a priori “energy sink” analyses in the area 
of dual-spin stabilization . 

However, it has been shown that our stability criterion takes on a simple form when expressed in 
terms of the amount of energy dissipated on each of the bodies, although we have not said anything 
about the overall system kinetic energy. Our result, as given by Equation 6.17, can be interpreted in 
terms of a dimensionless stability diagram [in the (o/CZo)q-plane representation used earlier]. 

Again, for definiteness of cone angle only, it is assumed that C Z ,  > 0. The initial-state plane (Fig- 
ure 6.3) then becomes divided into various regions characterized by the signs of the quantities cosOo, 

Figure 6.3-Subdivided initial-state plane. 
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A, and X - a. Quantities pertinent to  the subdivision of the initial-state plane shown are repeated here 
for reference. 

C 
q =A, 

h =  (q - 1)a0 + q ' a ,  
and 

H 
A q n o  + q'a = - cos 0, . 

With the previously mentioned assumption that 52, > 0, these regions represent the combination 
of variables shown in Table 6.1. 

Regions 3 and 4 are seen to  be always stable and always unstable, respectively. In the other re- 
gions, however, stability or instability depends on the relative dissipation in the two bodies, and the 
requirement for stability becomes 

for Region 1. ps h 

P ,  a - h  (1) ->- 

for Region 2. ps x 
P,  a - h  

(2) -<- 

for Region 3. ps x 
(3) ->- P, a - h  

Thus, the quantity k ,  = h / ( a  - h)  represents either an upper or lower limit for the ratio PJP, for 
stability. Lines of constant k ,  can be determined algebraically and simply as follows: 

Table 6.1 -Characteristics of initial state regions. 

Region b= 
60 

- -  

Cone Angle 

180" 
0" 
0" 
0" 
0" 

Sgn (A - a )  

. 

+ 
+ 
+ 
- 

- 

I 
_ _ _ ~  ____~  

Effect of Damping 

Spacecraft 
. - 

Stabilizing 
Destabilizing 
Stabilizing 
Destabilizing 
Stabilizing 
-~ . .- 

i ~ 

Wheel 

Destabilizing 
Stabilizing 
Stabilizing 
Destabilizing 
Destabilizing 

.- _ _  . 

__ - 



but 

Thus 

A = (4 - l)ao + 4’0 . 

4+4’--1=-- U k l  u 
a 0  1 + k , a o  

or 

These lines all pass through the point (0, 1) and are obviously straight lines with a slope of 
k1/(1 + k,) - 4’. 

In the limiting cases of k, = 0 and k, = 00, these lines are q + q ’ (u /a0 )  = 1 and q + q’(0/C2~) = 
1 + u / a 0 .  The line will be horizontal when k ,  = q‘/( 1 - 4‘). Figure 6.4 shows this overall result. 

The above result suggests that the transformation of the stability diagram, discussed earlier in 
terms of the parameters 6 and 6’ for the specific system anaiyzed, can be understood quite simply in 
terms of the quantity k,, which measures the relative energy dissipation in the spacecraft and the 
wheel. Figure 6.5 shows how the transformation progresses. 

MINIMUM k, MAXIMUM k1 
FOR STAB1 LlTY FOR STABILITY 

MINIMUM kl 
FOR STABILITY 9 

I 

9’ . 
1 -9’ 

/ 7 k = -  

ALWA’I 
UNSTAE 

2 5 

--’. ILE 0 .01 .05 9 = 9’ 

9’ 
- 9’ 

I -  - a& 

Figure 6.4-Stability diagram with damping on both bodies in terms of the energy dissipation ratio k , .  

61 



4 

k ,  = O  

9’ k =-- 
1 2 - 9 ’  

I 

9’ k l  = 7 
9 

9 

4 

4 

k ,  = -  

Figure 6.5-Transformation of stability diagram in terms of k,. 
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CHAPTER 7 

SUMMARY AND CONCLUDING REMARKS 

The research reported here concerns the attitude stability of a dual-spin spacecraft whose behav- 
ior is described by a seventh-order, nonlinear, nonautonomous set of ordinary differential equations, 
inconveniently coupled even in the highest derivatives. 

In the recent literature, this and similar systems are analyzed by linearization of the equations of 
motion about a reference motion that is a pure rotation about the nominal spin axis, or equivalently, 
linearization in six of the seven dependent variables. One of the resulting equations integrates trivially, 
reducing the order to six. The remaining equations have periodic coefficients and are studied by nu- 
merical Floquet analyses of very special cases. 

With damping on one body only, however, the linearized equations have constant coefficients, 
and the order of the system is reduced to  four. More general results are then obtainable by a Routhian 
analysis of the characteristic equation for the system. Five Routhian inequalities necessary and suffi- 
cient for stability are produced by this procedure. Two are trivially satisfied for practical systems, one 
is a somewhat general criterion not related to the damper mass sizes, and the other two impose damper 
sixe limitations. 

The initial motivation for this work was a curiosity about the nature of instabilities in such a 
dual-spin system. Unstable single-spin spacecraft are subject to the well-known flat-spin or tumble in- 
stability, but nothing could be found in the literature concerning analogous behavior for dual-spin 
systems. 

In the approach to this problem, gross linearization of the equations of motion was rejected 
a priori, since “large angle” motion of the system was anticipated where instabilities occur. Physical 
insight eventually led to the perturbation technique applied to  this problem. 

Through consideration of the nonlinear equations of motion with the damper masses vanishingly 
small, the “rigid body” behavior of the system was revealed, and the unperturbed motion of the sys- 
tem was found to  be similar t o  the general precession of the torque-free, symmetric, rigid body in 
classical mechanics. Then, with the retention of all terms up to  the first order in the damper masses, 
equations were produced that represented the first-order behavior of the dampers, and these were 
solvable in closed form. 

Since an inertially fixed angular momentum vector is necessarily a constant of the motion for the 
system, in spite of the complicated nature of the equations, the spin component of this momentum 
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and the equations of motion were used to deduce an exact differential equation controlling the behav- 
ior of the system cone angle. This equation is of a form amenable to analysis by an averaging tech- 
nique, which produced an equation of the form 6’ = f ( O )  governing secular changes in the, cone angle. 

Since in spin-stabilized systems the behavior of the cone angle alone often represents all one 
wishes to know about stability, the perturbation analysis had, in effect, determined the essential be- 
havior of a system characterized by a seventh-order, nonlinear, nonautonomous set of differential 
equations with arbitrary initial conditions in terms of a first-order equation. Plotting the function f(0) 
for a particular configuration immediately reveals the stability characteristics of the system, indicates 
“zones of attraction” for particular stable equilibrium points, and shows the “time constant” associ- 
ated with cone-angle buildup or decay near equilibrium states. 

In appropriately reduced form, the general stability criterion developed was compared to perti- 
nent results in the recent literature, all of which treat “small-angle” stability as mentioned before, and 
generally good agreement was found. In addition, however, analytical stability boundaries were estab- 
lished where only numerical Floquet results were found in the literature, and the nature of possible 
instabilities was revealed. 

Two general types of instability were found-complete inversions of the system and an eventual 
steady-state cone angle. In the former case, the spacecraft literally turns upside down in reaching a 
stable equilibrium state, and in the latter, calculable stable cone angles ranging from 0” to  180” are 
found. The inversion phenomenen is unreported in the literature, if known at all, and the flat-spin 
instability of single-spin spacecraft is a special case of the other type of instability. 

Fairly general stability diagrams appear in the literature for the special cases of damping on only 
one of the bodies. These diagrams are shown to be consistent with the general first-order stability 
criteria developed here, and, in addition, unstable regions are divided according to  the nature of the 
instability. Also, these diagrams are generalized to  cases with damping on both bodies, and the trans- 
formation of the stability diagram as damping is gradually shifted from one of the bodies to the other 
is revealed. 

Certain possible instabilities revealed by Routhian and Floquet analyses in the literature were 
undetected in the perturbation analysis reported here. These are characterized by inequalities which 
limit the sizes of the damper masses. The significance of these limitations is greatly enhanced in cases 
where one attempts to  “tune” the dampers to  very low excitation frequencies. In practice, these in- 
stabilities are unlikely, due to the unrealistically low spring constants required for tuning. Since the 
pertinent inequalities are related to  the sizes of the damper masses, it is felt that they represent second- 
order effects relative to  the perturbation analysis reported here. They arise because of the coupling 
between equations and were undetected here because the equations uncoupled in this firsborder 
perturbation analysis. 

Possible generalizations of the results obtained are sought by a determination of the effect of an 
arbitrarily positioned and arbitrarily .oriented spring-mass-dashpot damper in a dual-spin system. In 
general, the damper equations derived are of the Mathieu type, so that instabilities within the dampers 
themselves can occur. For small-angle motion, however, all of the equations reduce to  constant- 
coefficient linear equations solvable in closed form, and the spin-axis torques generated by their 
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motions can be found. Although quantitative differences exist for various damper locations and orien- 
tations, all have in common the characteristic that damping on a particular body is stabilizing if that 
body precesses faster than it spins. For a single-spin body, this statement is equivalent to  the maximum- 
inertia axis rule for stability of rotations in the presence of energy dissipation. 

The average spin-axis torque generated by a particular damper is found to be simply related to 
the average rate of energy dissipation in that damper and the excitation rate at which it is driven. This 
fact permits a generalization t o  a simple stability criterion applicable to a system with any number of 
arbitrarily positioned abd arbitrarily oriented spring mass-dashpot dampers. This criterion is consist- 
ent with a result obtained in the literature by an “energy sink” approach to dual-spin stabilization, but 
the agreement is, in principle, puzzling. The energy sink approach assumes a monotonically decreasing 
kinetic energy, but, in the case of our system, stable behavior often involves a move t o  a maximum 
energy state. 

Goddard Space Flight Center 
National Aeronautics and Space Administration 

Greenbelt, Maryland, May 29, 1970 
877-1 1-75-01-5 1 

65 



REFERENCES 

1. Thomson, W. T., and Reiter, G. S., “Attitude Drift of Space Vehicles,” J. Astronautical Sei. 7 ,  
p. 29, 1960. 

2. Thomson, W. T., “Introduction to Space Dynamics,” New York: John Wiley and Sons, 1961. 

3. Huston, R. L., “Gyroscopic Stabilization of Space Vehicles,” American Institute of Aeronautics 
and Astronautics J. 1(7), p. 1694, 1963. 

4. Landon, V. D., and Stewart, B., “Nutational Stability of an Axisymmetric Body Containing a 
Rotor,” J. Spacecr. Rockets 1(6), p. 682, 1964. 

5. “Proceedings of the Symposium on Attitude Stabilization and Control of Dual-Spin Spacecraft,’’ 
Aerospace Corporation TR-0 158(3307-0 1)-16, Los Angeles, Calif., 1967. 

6. Fang, B. T., “Energy Considerations for Attitude Stability of Dual-Spin Spacecraft,’’ J. Spacecr. 
Rockets 5(10), p. 1241, 1968. 

7. Fang, B. T., “Additional Results on Attitude Stability of Dual-Spin Spacecraft,” The Catholic 
University of America Report No. 68-010, Washington, D.C., 1968. 

8. Cloutier, G. J., “Stable Rotation States of Dual-Spin Spacecraft,” J. Spacecr. Rockets 5(4), p. 
490,1968. 

9. Cloutier, G. J., “Nutation Damper Design Principles for Dual-Spin Spacecraft,” J. Astronautical 
Sei. 16(2), p. 79, 1969. 

10. Cloutier, G. J., “Nutation Damper Instability on Spin-Stabilized Spacecraft,” American Institute 
of Aeronautics and Astronautics J. 7(1 l ) ,  p. 21 10, 1969. 

1 1. Mingori, D. L., “Effects of Energy Dissipation on the Attitude Stability of Dual-Spin Satellites,” 
American Institute of  Aeronautics and Astronautics J. 7( l ) ,  p. 20, 1969. 

12. Bogoliubov, N. N., and Mitropolsky, Y. A., “Asymptotic Methods in the Theory of Nonlinear 
Oscillations,’’ Delhi, India: Hindustan Publishing Corporation, 196 1. 

13. Likins, P. W., “Attitude Stability Criteria for Dual-Spin Spacecraft,” J. Spacecr. Rockets 4( 12), 
p. 1638, 1967. 

66 



SELECTED BIBLIOGRAPHY 

Fang, B. T., “Reply by Author t o  D. L. Mingori and W. J. Russell,” J. Spacecr. Rockets 6(3), p. 352, 
1969. 

Likins, P. W., and Mingori, D. L., “Liapunov Stability Analysis of Freely Spinning Systems,” Proceed- 
ings of the 18th International Astronautical Federation Congress, Belgrade, Yugoslavia, 1967. 

Mingori, D. L., “Comments on ‘Energy Considerations for Attitude Stability of Dual-Spin Spacecraft’,” 
J .  Spacecr. Rockets 6(3), p. 350, 1969. 

Pringle, R., Jr., “On the Stability of a Body with Connected Moving Parts,” American Institute of 
Astronautics and Aeronautics J. 4(8), p. 1395, 1966. 

Pringle, R., Jr., “The Stability of the Force-Free Motions of a Dual-Spin Spacecraft,’’ American Insti- 
tute of  Astronautics and Aeronautics J. 7(6), p. 1054, 1969. 

Puri, N. N., and Gido, J. F., “Nutational Stability Criteria for a Dual-Spin Spacecraft-The Damper 
Reaction Torque and Quadratic Function Method,” 19th Congress of the International Astro- 
nautical Federation, International Astronautical Federation Paper No. AT-1 03, 1968. 

Russell, W. J., “Comments on ‘Energy Considerations for Attitude Stability of Dual-Spin Spacecraft’,” 
J. Spacecr. Rockets 6(3), p. 35 1, 1969. 

Velman, J. R., “Attitude Dynamics of Dual-Spin Satellites,” Hughes Aircraft Company SSD 6041 9R, 
Culver City, Calif., 1966. 

67 





Appendix I 

Derivation of the Equations of Motion for the System 

First, the Lagrangian will be determined for the system. It will then be substituted into Lagrange's 
equations of motion with the angular velocities in the spacecraft-fixed coordinate system as quasi- 
generalized velocities and the displacements of the dampers' active masses as generalized coordinates: 

ad: -a -- ad: 
2aw3 3 a w 2  - 0 7  

and 

The kinetic energy Twill be developed in three steps: 

To = kinetic energy of the system with z = i = Z'  = i' = 0, rotating about and translating with 
respect to  the true center of mass. 

T, = additional kinetic energy of the spacecraft damper active mass due to z and i # 0. 

T ,  = additional kinetic energy of the wheel damper active mass due to z' and i' # 0. 

The total kinetic energy will then be T = To + T ,  + T,. 

The center of mass of the system will lie along the nominal spin axis at a distance Z above the 
spacecraft center of mass, as depicted in Figure I. 1. 

Since the total mass of the wheel is M' + 4mL and the total mass of the spacecraft is M + 4mb, Z 
becomes 
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Figure I .  1 -System center of mass. 

(M’ + 4mL - “ ) I +  m’(1 + z’)  + 1772 - 
Z =  

MT 
> 

where 
M T  = M  + 4mb +M’ + 4mL 

is the total mass of the system. 

If 

and 

M + 4mb 
I, = I 

M T  

then 

m z  + m’z‘ ; = I , +  
M T  

and 
=I,+{ 

1 - 2  = I ,  -( , 
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where 

and 
f = pz + plz’ . 

Translation of the system relative to  the center of mass is along the nominal spin axis at a rate f .  
Thus, the translational kinetic energy is simply % M T i 2 .  

The transverse moment of inertia of the nominal system about the true center of mass is 

In the above equation, 

where 

M’ + 4m; 
V =  

MT 

The transverse kinetic energy of rotation of the system is thus %(A + MTf2)(w; + w i ) .  

The kinetic energy of rotation about the nominal spin axis is 

where 

and 
c = I ,  + 4mba2 + 15 + 4m;ar2 

J ;  = I ;  + 4m6aI2 . 

Combining the above quantities yields 

Determination of T ,  

Now, T ,  = % m ( v 2  - vi), where v is the actual velocity of the active mass of the spacecraft damper 
and vo is the velocity of the same mass if z = i = 0. Let rz be the position vector for the mass m. Ex- 
pressed as a column matrix, 

71 



r m = (  ). 
z - 1 2 - <  

Figure 1.2 shows the positions of the mass m, the system center of mass, and the total angular 
velocity vector wT in a spacecraft-fixed coordinate frame. 

Now, 

- oT x rm - 

Thus, 

and 

Then, 

where 

i j  k 

>l w2 O 3  

a 0 z - z 2 - 3  

v = vo + 6v ,  

6v= -zwl . Cr) 
Hence, 

v2 - vo” = 2v 0 - 6v + (SV)’ 

= 2( [w2(-12 - {)zw2] + [dw2 - w1(-Z2 - {)](-zw1) + (-3:)i] + z”; + 2 2 0 ;  + i2 

{ 
and 

T ,  = ‘/zm 2w2z[-w2(z2 + {)I + wiz’ - 2wlz[aw3 + w1(z2 + <)I + w;z2 - 2i(3: +aw2)  + i’) . 
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Determination of T2 

Now, T2 = %m'(vr2 - vb2), where v' is the actual velocity of the active mass of the wheel damper 
and v b  is the velocity of the same mass if z' = i' = 0. Let r' be the position vector for the mass m' 
(Figure 1.3). Then, 

and 

(,J x r ' =  T 

a' cos $ 

r' = ( a' sin $ )  

z' + I, - 5 

i j k 

0 2  a 3  

I' cos $ a' sin $ z' + I ,  - 3 

Thus, 
sin $ + 0 2 ( z '  + I ,  - 5 )  - w3a' sin J/ 

$ + 0 3 u '  cos $ - wl(z' + I, - {) 
i' - + wlu' sin $ - w2a' cos $ 

sin $ + 0 2 ( I ,  - 5 )  - up' sin $ 

IJ + w3a' cos $ - ",(I1 - 5 )  

-3: + a l a '  sin IJ - w2u' cos $ 

3 
3.3' 

1 

Figure I .2--Spacecraft damper position. Figure 1.3-Wheel damper position. 
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and 
v‘ = Vb + 6v’ , 

where 

Thus, 

v’2 - v’2 = 2vb - 6v’ + (6v‘)2 0 

Thus, T2 becomes 

T ,  = %m’ 2z’w2[-u‘u sin $ + w2(Z1 - {) - w3a‘ sin $1 + Z ‘ ~ U ;  1 
- 2z’w1[u‘u cos $ + w3u‘ cos $ - wl(Z1 -{)I +.z‘2w? 

and the total kinetic energy of the system is 

T = % M T f 2  + % C W ~  + % J ; u ( ~ L ~ ~  + U )  + %(A - M T { 2 ) ( ~ f  + ai) 

+ z’2w; - 2z‘w1 [a‘u cos $ + w3a‘ cos $ - w1 (Il - {)I + z ‘ 2  o1 2 

+ ~ ’ ( - 3 :  + a la ’  sin @ - w2u‘ cos $1 + 2 ‘ 2 )  . 
c 

The potential energy of the system is that energy stored in the damper springs, Le., V =  %kz2 + 
1/k’z’2; and the generalized forces associated with the coordinates z and z’ are the viscous drag forces 
Q, = -ci and Q,, = -e’,?. The Lagrangian is, of course, d: = T + V ,  and the partial derivatives (and their 
time derivatives) necessary for construction of the equations of motion for the system are as follows: 
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ad: - aT 
aw, awl 
--- 

= [ A  + M , < ~  + mz2 - 2 m z ( 1 ~  + (1 + m’zt2 + 2m’z’(1~ - ()lo2 - mai - rn’a’z’ sin IJJ (a3 + a> 

-nz’a‘ cos $ i‘ , 

’ ad: - [ A  + MTS2 + mz2 - 2mz(I2 + () + m ’ z r 2  + 2m’z’(I1 - {)I;, + w2[2MT{t  + 2mzi 
(it am2 

- 2mzt - 2rni(1~ + (1 + 2nz’z’i’ + 2nz’i’(1~ - (1 - 2m’z’tl - mai‘ - m‘alzr sin $ b3 

- m’a’(03 + o)(i’ sin $ + z‘u cos $) - m’a’ cos $ i” + m’a’i‘u sin $ , 

ad: - aT 
aw3 a o 3  

= C o 3  + J;u - mazwl - m‘a’z’(w2 sin $ + w1 cos $) , 

= Cb, - ma(zcjl + iol)  - m’a’i’(02 sin $ + o1 cos $) - nz’a’z’(sin $ b2 - cos $ uw2 
d ad: 
dt  am3 
-- 

+ cos $ - sin $ a m l )  , 

ad: a T  
a i  Z _ -  - 

= -m’i’p + mi - mpi - mao2 , 

- -m’i’‘p + m(l  - p); - maL2 , d ad: 
d t  a i  
_--  
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ad: a T  
ai’  a i ’  
-=- 

= m’i’ + “ ( - p i  - p’ i ’  + a l a r  sin $ - w2a’ cos $) 

= ”[(I - p’)Z’ - pZ + b la ’  sin $ - ala‘  cos $ u - &,a’ cos $ + 02a’ sin $ u]  
d ad: 
dt a i l  
-- 

and 

- m‘wl[a’o cos $ + w3u’ cos $ - wl(Z1 - p z ) ]  I 

The resulting equations of motion are 

[ A  +M,<, + mz2 - 2m(< + z2)z + m’zr2 - 2m’(< - Z ~ ) Z ’ I ~ ~  - (maz + m‘a’z’ cos $)b3 + m’a’ sin $2’ 

= (A  - C)w2w3 -J;uw2 - 2MT<fU1 +MT<2U,U3 + 2m({ + Z2)(iO1 - z w 2 0 3 )  

+ mz(2fw1 - 2iw1 + zw2w3 + a u l a 2 )  + 2m’({ - Zl)(i’Wl - z’w2w3) 

+ 177’zr(2iwl - 2i’wl + z‘w2w3 +a’ cos $ w1w2> - m’a‘ sin J/ z’[(w3 + o), - 41 (2.1) 

- (nzaz + m’a‘z‘,cos $)bl - “a ’  sin $ Z ’ b ,  + ccj3 

= ma(2iwl - z o 2 0 3 )  + m’a‘ sin $ (2i‘w2 + z‘w103) + m’u‘ cos $ (2i’wl - z’02w3) (2.3) 

-ma&, + m(l - p)Z - m‘pZ’ = -mawlw3 + m(wf + w;)[z(l - p )  - I, - p‘z’] - ci - kz (2.4) 
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I -  

and 
"a' sin J/ - m'a"cos I) Lj2 - mp'i' + "(1 - p')"' 

= -In'a'[sin J/ 02(03 + 2a) + cos $ 01(03 + 2a)l 

+ in'(w; + w;)[z'(  1 - p ' )  + I, - pz ]  - ~'i' - k'z' . (2 .5)  
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Appendix I1 

Damper Size Limitations Imposed by Routhian 

Analyses When Dampers Are Tuned 

In Reference 1 1, Mingori explored a parameter space with 6 = ma2/A and 6’ = n~’a’~/A in the 
range from 0.001 to 0.100. Of additional interest, however, is the behavior of the system when one or  
the other of these parameters vanishes, Le., on the 6 and 6’ axes. The results of Mingori’s Routhian 
analysis are then applicable, and we deduce that three of the five inequalities produced by this analysis 
are not of particular concern to us here. Two of them are trivially satisfied for practical systems, and 
the other represents the stability criteria which have been shown to be in agreement with that deter- 
mined for these special cases in the research reported here. 

The following inequalities, however, must also be satisfied for stability, and they depend on the 
size of the damper masses. In Mingori’s notation, these are 

K + 62(A2 - r i  - Ar,) > 0 (11.1) 
and 

for dampin 

and 

A(AK - iS2r;) > o , (11.2) 

on the spacecraft only, and 

(A - ru)[(A - ru)K’ - 6‘2(r, + rJ31 > 0 , 

(11.3) 

(11.4) 

for damping on the wheel only. 

Before attempting a Floquet analysis of the general case (Le., damping on both bodies), Mingori 
made the assumptions that p = 6 and p’ = 6‘ and tuned the dampers such that 

and 
K = 6( 1 - 6)A2 

K’ = 6’( 1 - 6‘)(A - rD)2 , 

(11.5) 

(11.6) 

Substituting Equations 11.5 and 11.6 into Equations 11.1 through 11.4 produces the modified 
Rout hian inequalities 
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and 

where 

and 

and 

A2 - 6rn(rn + A) > 0 , 

(A - r d 2  - 6’(A + rn)(ru + rn) > 0 , 

U 
y o = - ,  

r )  

r )  = 1qn0 + 4’01 . 

In terms of more familiar quantities, we have 

A; - 6ao(ao + Ao) > 0 , 

(Ao - a)2 - 6’@, + a0)(s2, + a) > 0 , 

(Ao - a)4 - 6‘(Ao - a)[@, - a)3 + (ao + aI3] > 0 . 

Rearranging to  see the corresponding damper size limitations, we have 

(11.7) 

(11.8) 

(11.9) 

(11.10) 

(11.1 1)  

(11.12) 

(11.13) 

(11.14) 

(11.15) 
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and 

(11.16) 

(11.17) 

(11.18) 
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Appendix I11 

Derivation of Quadratic When F = 0 

Consider, 

Let 

Then 

ho(2" -A,  + 52,) = kp(" - A,)(h -52,) , 

A, = (q  - 1)52, + q'o . 

(5 q - 1 + q ' -  2 - q + ( 2 - q ' ) -  = + p  ( I - q ' ) - - q + l  4 ' - + 4 - 2  , ( io>[ 520 "1 [ I( i o  ) 
or 

For q' = 0.2, this becomes 

" + [ 1.64 - 1.4 f p(1.4 - 0.64)]- + (1 f p)(q - 1)(2 - 4 )  = 0 . 
520 
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Appendix IV 

Derivation of Equation 6.4 

NASA-Langley, 1971 - 21 

I 

85 



NATIONAL AERONAUTICS AND SPACE ADMINISTRAT ION 

WASHINGTON, D. C. 20546 
OFFICIAL BUSINESS FIRST CLASS MAIL 

POSTAGE AND FEES PAID 
NATIONAL AERONAUTICS AN 

i SPACE ADMINISTRATION 
01U 001 46 51 30s 71070 00903 
A I R  FORCE WEAPQNS LABORATORY /WLOL/ 

/ K I R T L A N D  A F B ?  NEW M E X I C O  87117 

A T T  E. LOU BOWMAN, CHIEFVTECH. L I B R A R Y  I 
I 

POSTMASTER: If Undeliverable (Section 158 
Postal Manual) Do Not Rctur. 

...- . - ... .a. 

“Tk;deronautical and space activities of the United States shall be 
conducted so as to contribute . . . to the expansion of buman knowl- 
edge of, phenomena in the atmosphere and space. The Adnzinistration 
shall provide for the widest practicable and appropriate dissemination 
of in [oriliation concerning its ,actiuilies and the res& thereof.” - 

\ 

-NATIONAL AERONAUTICS AND SPACE ACT 0,F 1958 
I 

. .  

, .  
NASA SCIENTIF~C AND TECHNICAL : PUBLICATIONS , ’ 

TECHNICAL REPORTS: Scientific and 5 TECHNICAL TRANSLATIONS: Information 
.technical inforihation considered important, 
complete, anh a lasting contribution to existing 

biiblished in a foreign language considered 
to .merit NASA distribution in English. 

knowledge. , 
TECHNICAL NOTES: Information less broad 
in scope but nevertheless of importance as a 

‘ contribution to existing knowledge. 

TECHNICAL MEMORANDUMS: 
Information receiving limited disrribution 
because of preliminary data, security classifica- 
tion, or other reasons. 

\ \ 

SPECIAL PUBLICATIONS: hformation 
derived from or of value to NASA activities. 
Publications include conference proceedings, 
monographs, data compilations, handbooks, 
sourcebooks, and speciaI bibliographies. 

TECHNOLOGY UTILIZATION 
PUBLICATIONS: Information on technology 
used by NASA that may b e  of particular 

~ 

\ interest in commercial and other non-aerospace 
CONTRACTOR REPORTS: Scientific and 
technical information generated under a NASA 
contract or grant and considered an important 
contribution to existing knowledge. 

applications. Publications include Tech Briefs., 
Technology utilization R~~~~~~ and , 

Technology Surveys. 
’ 

Details on the availability of these publications may be obtained from: 

SCIENTIFIC AND -TECHNICAL INFORMATION OFFICE 

NATIONAL AERONAUTICS AND SPAEE ADMINISTRATION 
Washington, D.C. PO546 

\ I  


